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‘fiom the Editor 


Being a lazy individual, | gave our 
printer and despatch team a holiday 
from Praeclarvm for December; you 
probably got too much mail then any- 
way, so here we are with the last edition 
for 1978. This will complete Volume 
Il of the “new-look” Praeclarvm, and 
with our next issue 79-1 due in Febru- 
ary you should receive a consolidated 
index to bind with issues 77-1 through 
78-6. 


We have Len McLean to thank for 
compiling our latest index—a service 
for which | am most grateful. Whilst 
on the subject of indexes, all of us will 
realise the value of consolidated refer- 
ences, particularly for the interests of 
restorers and historians of Rolls-Royce 
products. It is my ambition to compile 
a consolidated technical index for the 
journals of the RREC,RROC Inc and 
our own Praeclarvm. A volunteer(s) is 
required for this task with our sister 
Clubs for permission to re-produce 
their indices and for possible overseas 
distribution of the finished product. 
The indices are already compiled; they 
only require editing and collation. So 
to all you people wanting to get part 
of the action—this is your chance. 
Names and addresses of volunteers to 
your editor please. 


PERSONAL RESTORATIONS 

Bert Ward, for whom ! make frequent 
representations to the Minister for 
Health for Johnny Walker to be added 
to the list of life saving drugs, tirelessly 
records his memories for not only our 
benefit but for that of future Rolls- 
Royce owners. Most readers will be 
aware of the infamous ‘Jack’ principle. 
It seems rather prevalent in our ranks. 
Anyone with the slightest love of 
Proper Cars must surely thrill to the 
receipt of a tidbit of history on his 
vehicle. Yet every day history is being 
made by these cars and little is offered 
for these pages. 


A ROLLS BY ANY OTHER NAME 

Some time ago my friend and mentor, 
John Baker, produced a copy of that 
excellent magazine Australian Sports 
Car—World Quarterly for February/ 
April 1978. Therein was an article on 
a “racing Rolls’. Allegedly residing in 
Sydney, the writer presents the car as 
a Silver Dawn specially rebodied. 
Various aspects of the car suggested 
a Bentley face lift and | duly wrote to 
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the Editor in the hope that another 
side might be presented. Apparently 
this is not to be, so lest my words be 
lost to that great waste paper basket, | 
reproduce my letter to the editor: 
Dear Sir 28 April 1978 
Geoffrey Bewley’s article ‘“‘One of a 
Kind” (Australian Sports Car World 
Quarterly Feb/Apr 78) was aptly titled, 
but perhaps the palladian Rolls-Royce 
grill blinded him to some facts. 


The main concern felt by followers of 
the Marque is at the recent efforts by 
various individuals to disguise Bentleys 
as Rolls-Royces. With the post-war 
models the Factory has, along with its 
less exclusive competitors indulged in 
shameless badge engineering. From the 
introduction in 1956 of the Silver 
Cloud and its sister the S series Bentley 
the two cars are identical with the ex- 
ception of the grills, logos and model 
names. In fact in the last few years the 
current ‘T’ series Bentley covers an en- 
gine with ‘Rolls-Royce’ lettered over 
its tappet covers and close examination 
of the principal instruments will reveal 
the Rolls-Royce logo in lieu of the 
“Winged B”. 


But regardless of such practices a 
chassis manufactured as a Bentley is 
always a Bentley and to endeavour to 
disguise it is a travesty. 


On the other hand there is no objection 
to re-bodying a car and if you wish to 


fit it out as a Mr. Whippy van go right 
ahead but just keep the right grill and 
accoutrements. 


With the ravages of rust in England 
many post-war Bentleys were re-bodied 
as roadsters with fantastic results—both 
in performance and appearance. But | 
have not heard of such tactics with the 
Silver Dawn probably because only 
some 400 of 760 made can be traced 
as surviving and they are a little unique 
to start body swapping. 


The conclusion | reach without draw- 
ing attention to the Bentley steering 
wheel, instruments, chassis plate and 
early post-war springs is that this car is 
an old Mark VI Bentley with a later 
‘R’ type 4% litre engine, a special body 
and a Rolls-Royce Silver Dawn grill. 


Incidentally you can’t “warm” the 
heads on these engines and boring a 
4% litre engine to 4% litre dimensions 
was tried once in Queensland which 
resulted in a most regrettable split 


right down the middle of it when it 
first started. 


For the record, Bentleys were faster in 
the 1946-1955 period as they had 
more advanced valve timing than the 
Rolls-Royce as well as the obvious 
twin SU carburettors. This was at the 
expense of some smoothness—a price 
to be afforded with a “Flying ‘B’”’. 
And for the real enthusiast—it is true 
that the Factory did produce early 
Bentleys with a very effective high lift 
cam but discontinued it in the interests 
of rationalisation. 


| hope these remarks do not appear as 
petty or smart; they are offered to not 
only correct detail, but to voice a warn- 
ing about the titling of such cars, par- 
ticularly in the event of a purchase. 


My advice to the owner would be to 

throw away the grill (carefully) and fit 

a Bentley grill. Have no second thoughts 

about cutting it down. It is brass and 

modifies very well. The end product 

would be a Bentley special recognised 

as such all over the world and display- 

ing a character in sympathy with the 
Marque. 

Yours sincererly, 

BILL COBURN 

Federal Secretary 

Rolls-Royce Owners’ 

Club of Australia 


| believe there is a “racing Rolls” for 
sale in Sydney now at $15,000; won- 
der whether? 


THIS WAY UP 


The following letter was received: 


Dear Sir, 


Judging by the centre photograph on 
page 361 of Praeclarvm 3 and 4, 
Charles Wright’s Silver Ghost is the 
forerunner of today’s lavishly equip- 
ped panel vans. The fringed blanket 
spread at window sill level undoubt- 
edly preforms a useful function, but 
surely, fitting a deep-buttoned leather 
head lining is going too far. 

JOHN ELLIS 


Ah well—you can't win them all! 
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THE GREATEST PHANTOM: 
On page 103, there was a very cursory 
note on one of our few Phantom III's 
—3CP82. Jim Matches reports: 


"She is very alive, not very alert at 
present, but with a little loving care 
and some adjustment—followed by 
some fresh paint we hope it will not 
be in the too distant future she will be 
firing on all cylinders and attending 
rallies. She is in my possession & has 
been since 1963.” 


ON ASSASSINATIONS 

The report on Sir Henry Gurney 
awoke some memories apparently, so 
| reproduce the balance of the ///us- 
trated London News report of October 
13, 1951. 


The murder of Sir Henry Gurney, 
British High Commssioner in Malaya, 
has shocked the world, and he is a 
grievous loss. He was travelling by road 
with Lady Gurney and his private sec- 
retary to Fraser’s Hill, some 70 miles 
north of Kuala Lumpur, on October 6, 
when his car and police escort were 
ambushed. Fire was concentrated on 
the High Commissioner’s car, bearing 
his insignia, for he never sought safety 
by travelling incognito, the driver was 
wounded and the vehicle halted. Sir 
Henry stepped out, drawing the fire 
away from his wife, and was killed 
instantly. Notes left by a bandit in- 
dicated that the road had been watched 
for two days, and it is thought that 
over thirty terrorists took part in the 
attack, using light machine-guns and 
rifles, fired from dominating positions. 
Sir Henry Gurney had, during his three 
years as High Commissioner, done ad- 
mirable work, and his courage, wisdom 
and calmness made him universally 
loved and respected. He was formerly 
Chief Secretary to the Palestine Gov- 
ernment and had previously served in 
the Colonial Service in Africa. Six 
Malay police and Sir Henry’s Malay 
driver were wounded in the attack, 
and his private secretary, who was 
with Lady Gurney in the back of the 
car, received minor injuries. British 
and Gurkha troops and police began 
an immediate search for the assassins; 
and a Day of Mourning was declared in 
Malaya and Singapore. 


ON POST-WAR CARS 

On my favourite subject of content; 
| note that my colleague, “Gibby”, 
who tirelessly edits the excellent 
RREC Bulletin, is still being assailed 
for not including more material on 
post-war cars. The term is becoming 
somewhat quaint as it covers the last 
33 years of production! The Factory 
has asked the Clubs to avoid discussion 
in Our journals on problems with Silver 
Shadows and their derivatives. This is 
in keeping with their traditional pract- 
ice of restricting information on cur- 
rent models to their franchised dealers. 
But there is so much material yet to be 
published on the immediate post-war 
and S series cars, that | foresee no 
problem with a copy shortage for 
some time. 


The above remarks highlight the cur- 
rent series we are publishing on the S 
series cars starting at page 398. The in- 
formation given is drawn from personal 
experiences and ‘authoritative sources’. 
It is realised that for many readers, the 
information will be largely academic 
but by publishing it, future reference 
is possible. And | cannot be criticized 
for not providing material on ‘post-war 
cars”’, 


HOOPERS, OSMAN RIVERS 

AND JOHN BULL 

John Bull, our unique South Australian 
artist, thoughtfully sent a copy of a 
reply to a letter he wrote to Osman 
Rivers, the last of the great coachbuild- 
ers in the post-war era. Mr. Rivers, as 
Chief Engineer and executive of 
Hoopers had the sad task of closing 
down the coachbuilding activities of 
that great firm; but as we know roses 
can be named otherwise as the follow- 
ing illustrates: 


Many R.R.O.C. members must have 
purchased the excellent ‘Autocar’ 
publication ‘Rolls-Royce: the Story 
of ‘The Best Car in the World’’’. There 
is an error contained in this book 
which | think should be brought to 
members’ attention. 


At the bottom of page 182 there is a 
photograph of a Phantom V which is 
captioned thus: 


“An exclusive design exhibited by 
Henri Chapron, who build the car, at 
the 1961 Paris Salon. In fact the car 
was ordered by Nubar Gulbenkian 


from Hooper and Co. just before they 
stopped building bodies and the car 
was designed by Osmond River (sic) of 
Hoopers. He then supervised the build- 
ing of -his creation by Chapron. Note 
particularly the distinctive lamp treat- 
ment.” 


Knowing this information to be incor- 


rect | sent a copy of the page to 
Osmond Rivers for his comments 
which | herewith reproduce for 


Praeclarvm readers. 
Dear Mr. Bull, 


Many thanks for your interesting letter 
and enclosures of 30th July. Briefly, 
the answers to your questions on the 
Chapron/Rivers coachwork on Rolls- 
Royce PV LAT 4 is that this car illus- 
trated on pp 246 & 247 of ‘The 
Elegance Continues’’ is wrongly cap- 
tioned as being made for N.S. Gul- 
benkian, whereas it was made for 
Marty Martyn & his wife Margi in 
1960. With my agreement, Chapron 
used the F.S. working drgs. as a basis 
for another P.V. but with the external 
lines different from the Martyn car. 
This second car was made, | believe, 
for a Middle East oil Sheikh NOT N.S. 
Gulbenkian. LAT 4 is now owned by 
Mr. WR. Eagleton of California, Marty 
Martyn having died in 1963. 


At the time | was “commuting” to 
Paris on the Martyn job, N.S.G. was 
consulting me on a P.V. project which, 
to cut a very long story short, did not 
materialise and in fact became a 
specially modified Mercedes G00—again 
a Chapron/Rivers effort. 


The first Gulbenkian ‘‘taxi'’ (he had 
five) was initially designed by me, al- 
though Hoopers did not build it! 
(Another very long & interesting story!) 


However, no ill feelings when he gave 
Jack Barclay the order, because | made 
him a present of the 2 carriage lamps 
which | had reserved for his job. They 
were in fact the only 2 genuine lamps 
we had left! Theoretically the body 
was a James Young, but they ‘farmed’ 
the job out to F.L.M. (Panelcraft). 
Side panels of the first “‘taxi’’ were 
Shem-carrot and the second had verti- 
cal stripes in green and black approx- 
imately 1” wide. F.L.M. probably 
know the whereabouts of these cars. 


| well remember the famous Gold Car 
of Lady Docker being sent to Australia. 
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Should you have a spare photo /n col- 
our, | would very much like to have 
one, my copies are only black & white. 
| believe Norris Allen has this car body 
No. 9864 Chassis No. 5283a; also 
another “Docker” Daimler; he also 
has 7 Rolls-Royces and one Bentley! 
Sincerely 

OSMAN RIVERS 


The Gulbenkian ‘‘taxis’’ were elegant 
carriages on Austin Hire Car chassis, 
being conveniently sized for London 
traffic conditions. The Gold Car of 
Lady Docker was the famous and mag- 
nificent 1951 Daimler Straight-Eight 
Hooper touring limousine. 
Kindest regards, 
JOHN BULL 


RED LIGHT DISTRICT 

George Sevenoaks has admitted to 
Bert Ward that he has a red triangle 
on the back of the Pumpkin as des- 
cribed on page 404. Maybe we may 
have a photo? 


ON CARS: 


The legendary SBD94 has at last left 
Canberra and is now in the tender care 
of Ross Murray. If it isn’t replaced | 
will have to resign! 


Bill Fleming’s Ghost 47AU was snapped 
up in Sydney by tennis player Arthur 
Ashe and flown to the U.S.A. 


Three Bentley S3’s have featured with 
note. Sir Robert Menzies’ (B348EC) 
has been placed in the National Herit- 
age estate. The ex-Prime Ministerial 
car BIODF has gone to America and 


the ex-Commonwealth vehicle B326CN 
is for sale in Sydney for $20,000. 


The following appeared in the RREC Bul- 
letin—| fear the problem is not unique to 
that country: 

ALADIN’S CAVE? 

Unidentified cache of goodies spotted recen- 
tly somewhere in Britaln. As the market Is 
now levelling off financially, hoarders hop- 
ing to make great killlngs could easily end 
up with their fingers burnt. (We hope). 


When Shadows Fall 


| hear that the Shadow II is nudging 
the 35,000 level. Of these, Australia 
must have a share approaching 1000. 
It follows that the used market must 
be getting a plentiful supply, but the 
Saturday morning papers don't reveal 
large numbers of tired Shadows. That 
they are tiring is undoubted. | know of 
one dealer who regularly gets a Shadow 
trade that he would not allow near his 
showroom. These are quietly shunted 
into a friendly dealer who is not fussy 
about the cars he sells. 


An interesting quirk in the latter field 
however, is that cars over $20,000 are, 
exempt in some States, from deal- 
er warranty just as are cars under $1000 
which may explain why so many 
Shadows are still priced at over $20,000. 
There are, of course, many customers 
who see their transport as a status 
symbol and what better way of “faking 
it while you’re making it” than to buy 
a Rolls-Royce. 


The Silver Shadow has the advantage 
of being a very practical car in modern 
traffic, it has an ample boot and in- 
ternally wears very well. | believe that 
many potential owners look at these 
vehicles as just another car but with 
fancy trim. When the first troubles 
start, a very rude shock is due. 


There are many service stations that 
are quite happy to try their hand at 
repairs on these cars and the results are 
not always apparent. There is one 
Shadow on which the unfortunate 
restorer had spent many hours tracing 
a suspension problem and finally dis- 
covered a ball bearing planted in the 
system to halt one particular oil supply. 


There are an increasing number of 
stories of seized Shadow engines and 
broken connecting rods. With top ra- 
diator hoses retailing in Sydney for 
over $30, most “‘interim’’ owners 
avoid the two-yearly recommended re- 
placement schedule and take the risk 
on blowing a hose at 100 m.p.h. at the 
back of Burke. With such events it takes 
little time to seize an engine. The 
ravages in such cases are inevitable: 
liners practically weld themselves to 
the crankcase, heads warp, valve guides 
move and the entire crankcase casting 
can distort beyond rectification. A 
new engine for the car can be landed 
for $11,000 in Sydney. 


Whilst on the subject of prices, contem- 
plate $1500 for pistons, rings and liners, 
$1000 for a camshaft and $75 for one 
of the 16 cam followers. A set of gas- 
kets and seals can cost $350 and a 
header tank for the radiator, a similar 
amount. 


If you should devastate the gearbox, a 
change over unit is available for $2,500. 
The realm of hydraulics is fantasy land 
with minor items like re-conditioned 
pumps at $150 and some of the many 
flexible hoses costing similar amounts. 


| do not know what exhaust systems 
cost but compared with earlier models, 
the unit of costing must run into the 
thousands of dollars. | did cost a flex- 
ible mount recently for the exhaust 
system, one of 6, and it cost $85! 


Reverting to the engine, it is as well to 
draw attention to the use of corrosion 
inhibitors. Nowadays we righteously 
sit in judgement on past owners of pre- 
war cars with aluminium heads, who 
did not bother to control corrosion. 
As a result, we have many fine cars off 
the road. 


But what of our contemporary eight- 
cylinder cars? How many owners ob- 
serve the correct composition of the 
coolant to avoid future cooling and 
servicing problems? 


Another horror area reported by 
owners is in the rear suspension. Cases 
have been reported of the differential 
cross member distorting, mounts tear- 
ing out of the floor and rapid disinte- 
gration of the “steel wool’’ mounts—a 
set of which comes in at $600. Early 
cars disintegrated their torque arms 
with heavy driving and sub frames 
have been damaged and repaired in- 
expertly with incredibly expensive 
results at a later date. 


Lest | have an injunction slapped on 
me from Crewe, | add without hesita- 
tion that all the above is no reflection 
on the car—just the owners. Unfortu- 
nately many Shadow owners and po- 
tential owners do not realize the im- 
portance of maintenance nor do they 
realize that the car has not been built 
that can be abused without penalty. 
Whilst holidaying in the Kosciusko 
National Park at the New Year | talked 
to an owner dragging with his 1970 
Shadow, a caravan of over 2% tons. 
The car to my eye was a travelling dis- 


aster but no doubt agood detailercould potential ownership to denigrate the 
work it up to a $29,000 price tag with Marque—there’s the rub! 
no warranty and we have yet another BILL COBURN 


Mr. W. J. Hallstrom, the well-known Sydney philanthropist at the wheel 
of his Rolls-Royce on a recent visit to another of his public benefactions— 
the Sydney Zoo—being Chairman of the Taronga Park Trust. 

WY A82-Silver Wraith. 


Mr. Reg. Cahill, well-known Sydney restauranteur and noted food connois- 
seur, sets the same standard in transport—hence his choice of the Rolls- 
Bentley. 
B196BH 


Once upon a time, Cinderella was in- 
vited to a Ball, and arrived in a magnifi- 
cent horse-drawn carriage. In 1829 our 
forefathers founded a little settlement 
on the Swan River, and from this grew 
the Legendary Cinderella State. 1979 
is our Sesquecentenary, so Cinderella 
is giving the Ball this time—lasting not 
one night, but a whole year. We sin- 
cerely hope that the highlight of the 
numerous functions and activities plan- 
ned for 1979 will be the Rolls-Royce 
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Owners’ Club of Australia Federal 
Rally from August 31st through 
September 3rd. 


The Cinderella Branch of the Rolls- 
Royce Owners Club of Australia cor- 
dially invites you all to this very special 
event, and hopes that her guests will, 
as in the original manner, arrive in 
their magnificent carriages; no points 
will be deducted for horses concealed 
beneath carriage bonnets. 


GLIMPSES OF A GHOST 


Editor’s Note: Some time ago whilst 
skulking around John Vawser’s garage 
in Sydney, | found a naked Ghost and 
snapped a number of views. These 
were despatched to Bert Ward whose 
mind was jolted into providing the 
following notes. The Ghost is of 1922 
vintage, chassis number 24LG and at 
the time, owned by Malcolm Johns. 


This picture of a 1922 Silver Ghost 
engine shows how the rear of the engine 
is fastened into the chassis by two 
engine lugs and two long 5/8” bolts. 
The front of the engine is suspended 
to allow for the twisting that takes 
place at the front of the chassis when 
travelling. The engine is held at the 
front by two bell cranks, one each side. 


A long rod passes through the front of 
the crankcase and is bolted to the 


chassis frame bell cranks by shouldered 
bolts. This allows the engine and chassis 
to move independently. The top rod, 
as can be seen, is adjustable which 
allows the engine to be raised or low- 
ered, for correct alignment of the en- 
gine and gearbox. | have written about 
this alignment which is very critical; 
if out of alignment a periodic vibration 
can be felt in the engine. In the past, if 
an engine coupling was removed, we 
always checked the alignment: before 
replacing the coupling, particularly 
if the coupling had been fitted with 
new parts. Often a slipper drive was 
removed to try to cure a vibration, 
subsequently proven to be caused by 
misalignment of the engine and gear- 
box. This photo also shows the two 
exhaust manifolds. Each manifold has 
a separate drain pipe to the exhaust 
expansion box. On the later model 


WAY '79—Federal Rally 


Full details for this Gala Event will be 
sent to all Branches in the very near 
future. 


As far as possible, the dates have been 
arranged to coincide with school holi- 
days. So make it a family holiday and 
we'll take care of the children’s needs, 
independently when necessary. This 
way we can all have a Ball. 
DIANA DEACON 
Social Secretary | 


Ghost, Rolls-Royce made the carbur- 
ettor throttle body exhaust-heated in 
place of water-heated. To do this a 
pipe was taken from the front end of 
the rear exhaust manifold, passing 
through the 2 cylinder blocks to the 
throttle body. The outlet passed under 
the engine sump to the expansion box. 
This arrangement heated the throttle 
body quickly so they fitted a butterfly 
valve in the rear exhaust manifold 
downpipe, which was connected to the 
throttle linkage. As the engine speed 
was increased the butterfly valve 
opened and at full throttle it should 
have been wide open. This did not 
work. In some cases it would seize and 
throw all the throttle linkage out of 
adjustment. At other times it stuck 
closed and the heat of the exhaust just 
burnt up the cast iron valve, which 
went out of the exhaust in small pieces. 


* We always removed the valve and dis- 


connected the linkage at Appleby and 
Ward. 


On the 4 wheel brake mode! Silver 
Ghost chassis the exhaust system was 
somewhat changed compared with this 
photo. This was due to the generator 
having to be mounted on the engine 
crankcase and fitted in the position 
where the magneto was fitted on pre- 
4 wheel brake models. The magneto 
had to be fitted further to the rear of 
the engine and was driven through the 
generator. Hence the exhaust manifolds 
were connected together with only 
one outlet at the front. This had a 
large downpipe. Once again they fit- 
ted a butterfly valve in this pipe for 
the same purpose as | have mentioned 
but we always removed it as it was still 
just as faulty. On top of the cylinders 
can be seen the top water pipe. The 
large housing on the front end of the 
water pipe housed a thermostat which 
was another failure in Australia. It 


caused over-heating and we removed 
it. On the rear end of the pipe is where 
the water temperature bulb fits into 
the pipe. 


This is the centre portion of a 1921 
Silver Ghost rear axle and the two 
halves of the differential casing to 
which are bolted the near and off-side 
axle tubes. Then there is the rear end 
of the torque tube, inside of which is 
the rear half of the propeller shaft. On 
the rear end is the housing for the rear 
axle pinion and the ball and thrust 
races. Also in the photo is the oil filler 
neck and plug, which also gives the 
rear axle oil level. 


The differential casing as | have 
called it was called by Rolls-Royce 
Ltd., the “axle gear box’’. This type of 
rear axle they called torque tube type 
transmission and was first designed 
and fitted to Silver Ghost chassis in 
1911 to chassis No. 1700. And with 
modifications it was used on both 
Silver Ghost and Phantom | chassis 
until the end of production of the 
Phantom |. To use this type of rear 
axle, it was necessary for Rolls-Royce 
Ltd. to fit tubular cross members to 
all chassis. 


The tubular cross member behind the 
gear box was used to carry the neces- 
sary brackets to support the steel 
spherical ball, which encased the uni- 
versal joint. On each end of this 
spherical ball a bracket was on a taper. 
Their brackets were spigoted onto 
brackets on the cross member and 
bolted by 2 x 7/16” bolt & nuts each 
side. The brackets were tightened onto 
the tapers by serrated nuts. After this 
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steel spherical ball had been aligned to 
the gear box, Rolls-Royce Ltd. called 
this the sphere internal control. Now 
on this spherical ball was what was 
called ‘‘sphere external control” which 
was a bronze spherical casing in two 
halves and held together by 8 x 5/16” 
bolts & nuts. This worked on the out- 
side of the front end of the torque 
tube. The rear axle was fully controlled 
by the sphere and torque tube. In the 
earlier models, the rear axle was con- 
trolled by two radius rods on the out- 
side of the chassis, and a torque rod 
which worked on two ball ends on the 
rear axle casing, and a ball end on the 
channel cross member behind the gear 
box. 


The 1700 series chassis with which this 
type of axle was first fitted, was 
normally fitted with % elliptic rear 
springs. But Rolls-Royce Ltd. started 


This shows the train of timing gears on 
a Ghost engine. Also it shows more 
plainly the front engine suspension 
bell crank and the top rod that passes 
through the crankcase. The large gear 
is the bronze camshaft gear. This 
meshes with the magneto drive pinion. 
This pinion is on a drive shaft that has 
a taper. When retiming the magneto, 
the front nut can be undone, then un- 
done again which withdraws the 
pinion off the taper on the shaft. The 
next large gear is a steel gear called the 
idler gear. This is in mesh with the gear 
that drives the distributor for battery 
ignition and the water pump. When 
the slipper drive with the crank pinion 
on is placed onto the crankshaft it has 
to mesh with the camshaft and idler 
gear in the correct place for correct 
timing. 


in the 1700 series to produce the 
London to Edinburgh chassis, cantilever 
rear springs were first used, which 
were underslung on the rear axle. That 
is, the rear end of the springs operated 
on a roller which was fitted under the 
axle tube. 


When cantilever springs were made 
standard fitting starting with chassis 
No. 2100. The roller was then fitted 
to the top of the axle tube and was 
used up to the end of production of 
the Phantom |. But it did have some 
modifications during this period. 


The first modification was at the neck 
or front end of the torque tube, where 
it fastened to the sphere external. This 
proved to be a weak spot. So a heavy 
steel washer was fitted to the inside of 
the sphere external where it bolted to 
the neck of the torque tube. On these 


early models the bolts holding the 
torque tube to the sphere external had 
the nuts holding it onto the inside of 
the sphere. On later models the nuts 
were on the outside, and these were 
the ones that had to be removed to re- 
move the axle from the sphere ex- 
ternal. With the early type, to remove 
the axle the four 5/16” bolts around 
the two halves of the sphere external 
had to be removed. 


Up until the production of the Silver 
Ghost was suspended in 1915 for war 
production, all their rear axles were 
fitted with straight cut bevel crown 
wheel and pinions. The pinion housings 
in the rear end of the torque tube 
besides having the large ball race to 
carry the pinion were also fitted with a 
single thrust ball race. The pinion and 
thrust race being carried in the pro- 
peller shaft had a distance between the 
flange on the shaft and the thrust race 
determined the depth setting of the 
pinion into the mesh with the crown 
wheel. These distance pieces were of 
different sizes to obtain the correct 
setting. When the pinion and thrust 
races were correctly ‘tightened on the 
propeller shaft, this single thrust race 
was able to take all the thrust of axle 
gears either on drive or overrun, due 
to the straight cut gears. Also the early 
torque tubes (rear half) had an alum- 
inium liner inside. This was to carry a 
ball race halfway down this tube, held 
onto the propeller shaft by distance: 
pieces and a serrated nut. 


In 1919 when production started again 
Rolls-Royce fitted Gleason spiral bevel, 
crown wheel and pinions. These were 
not only quieter, but gave the teeth a 
much larger bearing surface. But they 
still only fitted the same single thrust 
race to pinion, deleting the aluminium 
liner and extra ball race on the pro- 
peller shaft and in the torque tube. 


These new type gears were very good. 
But when the car had covered some 
miles the slack in the transmission be- 
came apparent and also axle noise. It 
was found that the single thrust race 
on the pinion could not take the extra 
load. These new type of gears flexed 
on the overrun, and the thrust race 
would turn on the propeller shaft, 
which in turn allowed the pinion dis- 
tance piece, and thus the thrust race 
distance piece and nut to loosen. The 
pinion was then floating in and out of 
mesh with the crown wheel. 


Rolls-Royce brought out a modifica- 
tion which was a waste of time. This 
modification was another pinion hous- 
ing, which had a large serrated nut to 
hold the pinion ball race into this 
housing with distance washers to fit 
under the nut. The idea was to stop 
the pinion from floating in and out of 
the crown wheel, but they still retained 
the single thrust race. They eventually 
designed a new housing that would 
take a double thrust race for the pin- 
ion, and the distance piece and the 
centre washer of the thrust race were 
fitted with two keyways to hold these 
units on the shaft. They could not 
revolve, once this modification was 
carried out. After this there was no 
more trouble, but what expense! Each 
time it was a major job and required 
the setting up of axle gears and testing 
and adjusting, which brings me to the 
next photo. 


This shows the two brake actuating 
shafts and levers to which the brake 
ropes are connected. These shafts also 


gasket is used. 


This shows the rear axle inspection 
plate. This is required for adjusting of 
the crown wheel into mesh with pin- 
ion. Behind this plate on the right 
hand side is the crown wheel thrust 
race, in a housing which screws into a 
stationary housing which was bolted 
to the axle ball carrier, which in turn 
was also bolted onto the differential 
half casing and axle tube. 


A series of 23 5/16” bolts and nuts 
held these three units together. The 
idea of the thrust race screwing in and 
out is to allow the pinion setting to be 
adjustable. The crown wheel could be 
adjusted in and out of mesh until a 
quiet setting was obtained. It was then 
locked on the thread by a locking 
plate. This inspection plate is the only 
place on the whole axle that a paper 


include Rolls-Royce designed brake 
adjustments (external). One shaft 
operates the foot brake which is oper- 


ated on the larger drum, and the other 
operates the hand brake. The double 
rear brakes were first fitted in 1913 on 
chassis ICA. Before this there was only 
one small brake drum on the rear, for 
the hand brake and the foot brake was 
operated on a brake drum at the rear 
of the gearbox on the 3rd motion 
shaft, called the transmission foot 
brake. Both the foot brake and hand 
brake shoes were fitted with cast iron 
brake linings fasted to the shoes by 
copper rivets. 


Why cast iron linings? The reason was 
due to oil leaks that could occur 
at the rear of the gear box, there being 
no oil seal fitted. Especially when 
parked on a hill, oil would drop onto 
the foot brake drum. If the lining had 
been a woven lining it would soon be- 
come oil soaked. One application with 
the brake with cast iron linings and the 
heat would burn off the oil and the 
brake operated normally. The copper 
rivets would of course not score the 
brake drum. 


When Rolls-Royce first fitted the 
double brakes on the rear wheels in 
1913, they still fitted cast iron linings 
to the foot brake, and the large foot 
brake drum did not even have cooling 
fins, which were required when they 
changed to the die pressed ferodo 
linings. This occurred in 1914 and a 
modification kit, which consisted of 
new brake drums, brake shoes and 
dust covers were supplied and fitted to 
all chassis that had cast iron foot brakes. 


Cast iron Jinings were fitted to hand 
brake shoes until the end of the series 
G2A Phantom | chassis No. 101 WR. 
Series G2B chassis No. 102WR, the 
Phantom |, were fitted with side by 
side brakes as was the Phantom II. 

BERT WARD 
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ymlinson look onasdesigner Peter Welton (left) 


explains the new Civic Insignia to Mayor Lawrence Yarwood 


Ambition realised 


Twelve years of dedicated 
service as a town council- 
lor in his home town of 
Sandbach has brought its 
reward for Lawrence 
Yarwood, a Technica! Ser- 
vices Representative at 
Rolls-Royce Motors Ex- 
port Services, who was 
sworn in as the Mayor of 
Cong!eton Borough Coun- 
cil, (with which Sandbach 
was merged in 1974), in 
May 1977. 


Lawrence joined Rolls-Royce 
Limited in 1939 and, after service 
in the RAF, joined the newly 
established Crewe Service Centre 
working on the recommissioning of 
cats stored throughout the war 
years. When the Technical Services 
Department moved from Hythe 
Road to Crewe in 1960, Lawrence 
became a Service Representative 
But away from the office he had 
become interested in local counci! 
work 

In 1965, Lawrence won a seat or 
the council and, since his election 
as Mayor, he has enjoyed a year of 
non-stop activity. Visits to schools, 
local factories and exhibitions 


proved most interesting but a visit 
by the Duke of Gloucester who 
attended celebrations to mark the 
Tercentenary of Sandbach Grammar 
School, of which Lawrence has 
been a governor for 4 years, was 
certainly a highlight of the year. 
Another memorable occasion was 
a visit to London in July to attend 
one of Her Majesty the Queen's 
Garden Parties in the grounds of 
Buckingham Palace. coming as It 
did on top of the award of a Jubilee 
Medal. 

But the most memorable event to 
date was the presentation of a new 
Grant of Arms and Civic Instgnia to 
Congleton Borough Council at 
which the Lord Lieutenant of 
Cheshire, Viscount Leverhulme, 
was present. Lawrence, quite 
naturally. played a prominent role 
in the ceremony and received the 
new chain of office from its 
designer 

In his capacity as a Service 
Representative Lawrence has es- 
tablished many excelient relation- 
ships with dealers, owners and 
enthusiasts alike, and we feel sure 
they would like to join us in 
wishing him every success during 
the remaining months of this, the 
most memorable year of his life 


The above worshipful gentleman is better 
known to many of us as Larry Yarwood 
the technical representative who answers 
your questions. 


A rather sad Silver Wraith marooned 
at the Movieland Wax Museum Buena 
Park California — chasis number un- 
known. Bruce and Gloria Ross sent 
me this postcard whilst on their 
travels. | identify the body as an 
Enclosed Drive Limousine by H J 
Mulliner. 


“Our neighbours are such, that were we to 
buy a Bentley this afternoon, they would 
have 4 Rolis-Royce by tomorrow morning” 


EDITOR'S NOTE: John Vawser of 
Sydney found two papers for our inter- 
est. | have re-titled both to afford 
better reference. The first paper is 
thought to have been an inter-dealer 
memorandum summarising their ex- 
periences both in the marketing and 
servicing fields in the Australian con- 
text, with the post-war cars, particu- 
larly the Bentley Mk VI. The date of 
the paper was 15 November, 1951. 


The second article was drawn from 
what appears to be a copy of a factory 
bulletin issued 23 July 1924. 


THE FIRST FIVE YEARS 
OF POST WAR CARS 


ENGINE 

A full flow oil filter will be introduced 
on the large bore engine and the ele- 
ment used will be a Volks 30 or 
a Volks E62. 


Wherever a high fuel consumption is 
suspected on units fitted with the new 
large bore carburettor (on both and 
small and big bore engines) the car- 
burettor needle type should be checked 
for correctness. The type should be 
‘SN’. 


When desleeving of an engine is neces- 
sary, the following small points may 
be kept in mind. A large cut should be 
made when first boring, in order to get 
under the skin of chromium. The 
sleeve should have a .0035” interfer- 
ence, with the limits being .002— 
.0045’’. The sleeve should be carefully 
checked for truth and squareness be- 
fore pressing into place, and the sleeve, 
Part No. RE6012, will be marked either 
blue or yellow. The blue is the small 
interference sleeve and the yellow the 
large. Though there is only .0005” dif- 
ference in outside diameter. 
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When fitting new pistons it should be 
kept in mind that Wellworthy pistons 
should always be used, as the Aero- 
lite pistons have been found to be of 
much lower quality. The pistons should 
have a clearance in the bore of .0045” 
in a chromium plated bore, and .0035” 
in a sleeved bore. This clearance is 
measured on the thrust axis at a point 
in line with the top of the slot in the 
piston skirt. 


Piston rings should be fitted with a 
.065"" gap measured at the top of the 
bore, i.e. on the chrome plated section 
of the bore. This gap measurement is 
when using a .005” oversized ring. 
Where cases of excess oil consumption 
occur the special piston rings should be 
fitted and care taken that the rings are 
fitted in the correct manner. The scrap- 
er ring is marked top adjacent to the 
break point, whilst the centre ring 
should be fitted with the chamfer to- 
wards the top of the piston. 


Where a tapping noise occurs after the 
firment of new aluminium timing 
gears it is almost inevitably caused by 
slight damage marks on the gears 
themselves, which should be closely in- 
spected for such a possiblity. If neces- 
sary, all edges of the teeth should be 
carefully and lightly cleaned. A back- 
lash of .0035 (minimum .002 and 
maximum .006) should be checked at 
four positions. 


In rare cases noisy valve operation has 
occurred. Fouling of inner and outer 
valve springs should be checked for. 
When fitting tappets it has been found 
that the best result is obtained by ex- 
perienced mechanics fitting the indivi- 
dual tappet to a light push fit. Care 
should be taken that the Packerised 
finish on the face of the tappet is not 
removed. At the present moment there 
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is no actual modification to allow for 
lubrication of the water pump shaft 
bearing, though this possibility is in 
the very early stage of investigation. 
By far the best bearing for the water 
pump shaft is the Fisher 02, and every 
effort should be made to replace de- 
fective items with this type of bearing. 


CLUTCH 

When changing from an 11” light 
clutch to an 11” heavy clutch, remem- 
ber that the operating lever must also 
be changed by going back to the ori- 
gina! long lever which has a 4.250” 
between centres. 


When fitting or maintaining any 11” 
heavy clutch, remember that 1%” 
pedal movement slack is required, 
whilst in the case of the 11’ Borg- 
lite light clutch, only 1” pedal travel 
slack is required. 


Upon the first occurrence of clutch 
judder with 11” light Borglite clutch, 
the modified clutch plate should be 
fitted. This plate can be identified to 
its use of bolts. 


SERVO 

Cases of servo judder have also occur- 
red, and in answer | would re-quote a 
letter forwarded by Mr. Stanley Bull 
to Mr. Webber of Kellow-Falkiners. 


“Many thanks for your letter of the 
5th enclosing Defect Reports for the 
months of August and September. We 
note that you have run into trouble 
with the servo, and | am afraid that 
this is a difficulty which has cropped 
up lately on other cars. We are trying 
to find the reason, but as it has not 
been a trouble with the early cars, it 
would seem that it is associated with 
changes which have been made in the 
braking system on the later cars. 


t 
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“When we introduced the 13° wedges 
with 22% servo cams, the brakes tend- 
ed to feel a bit spongy, and to im- 
prove this, a slight change was made in 
the spring plates to which the servo 
lining is riveted. The amount of deflec- 
tion of the spring plates was reduced 
slightly to reduce the amount of 
sponge on the pedal, and we believe 
that this has been the cause of the 
servo judder which has developed on 
later cars. We are now going back to 
the original spring plates which have a 
total spring deflection of .040”. 


“Il am sending out to you, by air, a 
new servo plate embodying the altered 
spring plates so that you can try this 
on the next complaint. | am also send- 
ing a set of modified spring plates 
which you can try on another servo. | 
am sorry we have no further supplies 
available, but will let you have some 
more spring plates as soon as possible. 


“Meantime, we have found that servo 
judder can be caused by insufficient 
oil in the master cylinder, or by ex- 
cessive backlash in the linkage from 
the servo to the rear brakes. Quite a 
few complaints have been eliminated 
by taking up any slack in the rods or 
by filling the master cylinder’’. 


AXLE SHAFT BALLRACE 
RETAINING DEVICE 

A bulletin is being issued with refer- 
ence to this device, and the new pro- 
cedure will allow the use of a press-on 
collar, instead of a shrunk-on collar. 
This bulletin should be available in the 
very near future. 


Where lack of lubrication of this race 
has occurred, it has generally been 
found that the race is loose upon the 
shaft, and this point should always be 
checked for. 


ROAD SPRINGS—REAR 

The resetting of road springs is not ad- 
vised, but where necessary an extra 
spring plate can be inserted between 
the first and second plates. New spring 
plates will not be required as these 
will be adequate once the small 
aluminium pad has been removed. The 
new spring leaf can be manufactured 
by cutting down a main spring leaf. 


PACKING 

Investigation with a view to bettering 
the quality of the packaging is still 
being carried on. The latest moves in 
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this direction care to seal the exhaust 
system with a wooden bung to stop the 
escape of condensate; to increase the 
amount of Silica Gen within the car, 
and to turn off all taps of the coolant 
system. Extra care is to be taken to see 
that the car is in a clean and dry con- 
dition prior to packaging. 


A change is also to be made in the 
packing of the small front and rear 
aprons, which have hitherto had a high 
casualty rate. It is requested that re- 
ports on the success or otherwise of 
packaging, continue to be sent to the 
Australasian Technical Office. 


LUGGAGE BOOT 

As a modification, a larger luggage 
boot should be introduced during the 
early quarter of next year. 


BUMPER BARS 

Unfortunately, due to the increasing 
difficulty of supply of such items, no 
modification to these items can be 
contemplated at the present moment. 


RADIO 

It is hoped that the model 4200 will 
be more satisfactory than the models 
hitherto fitted. Reports on the recep- 
tion of this radio would be appreciated. 


TYRES 

Direct efforts are being directed to 
Dunlops in the U.K. to increase the 
supply of these items, though un- 
fortunately the present unsettled 
Circumstances are not aiding the 
situation. Despite this fact, | am some- 
what more optimistic of the present 
negotiations. 


SPARES 

The subject of spares supply was dis- 
cussed in detail, and emphasis was 
placed upon the quick supply of spares 
which were cabled for. Extra efforts to 
maintain a satisfactory system will be 
made, but once more it must be em- 
phasized that where spares are request- 
ed by cable, a chassis number should 
always be quoted. 


GEAR SHIFT ON STEERING 
COLUMN 

The requirement of this device was 
emphasized in the most extreme man- 
ner, but unfortunately it would appear 
that it will not be available at least for 
another twelve months. At the end of 
this period it is likely that modifications 


on this aspect will appear on production. 


MODIFICATION WARNING 

It was re-emphasized that where modi- 
fications are introduced on cars, it is 
an urgent necessity that modified 
spare parts lists be supplied. Once 
again a promise has been elicited that 
this shall be considered but | shall take 
every opportunity of re-emphasizing 
the requirement. 


WINDSCREEN WIPERS 

It is at present being investigated as to 
whether the new two-speed wiper can 
be fitted to the existing body without 
excessive tooling alterations. If this is 
not possible, Lucas think that they can 
increase the power of the present 
motor so as to speed up blade opera- 
tion. | have requested that we be kept 
in touch with these efforts. 


FURTHER ADVICE ON 
20HP SLIPPER DRIVES 


As we have now arrived at astage where 
we can conclusively deal with the faults 
that have developed on the spring and 
slipper drive, we consider it advisable 
to issue a resume of the whole of the 
instruction sheets issued. This has been 
done and is included in the following 
part of this memo. Will you therefore 
please arrange to cancel any copies of 
the above mentioned sheets that you 
have, and consider them replaced by 
this sheet. 


In our first memo we pointed out a 
possible fault on the 2OHP car of engine 
period rattles, caused by possible seiz- 
ure of the slipper drive. Cases have 
come to our notice of engine rattle 
developing at about 26 or 28 miles per 
hour. It is important that the engine 
should not be allowed to run in this 
state, as the ‘life’ of the crankshaft or 
other engine features may be imperilled. 


It should be appreciated that the 
slipper fly wheel has its limitations so 
far as engine vibrations are concerned, 
and it must not be expected that the 
slipper fly wheel is a ‘cure all’ for all 
engine vibrations. In cases, however, 
where there are period vibrations, or 
rattles which appear to be self-contain- 
ed in the engine itself and are not 
caused by reaction of pulsation vibra- 
tion of the engine (synchronised with 
other chassis or body parts) examina- 
tion of the slipper fly wheel is advisable. 


In any case of engine trouble, in which 
it is considered that the engine front 


should be taken down and the slipper 
drive or spring drive inspected and 
attended to, the following is asummary 
of the jobs which should be dealt with, 
regardless of what specific fault may 
be found: 


(1) Fibre slipper drive washers replaced 
with bakelite washers, piece No. 
E53172. The following are a few im- 
portant points in connection with the 
fitting and adjustment of the slipper 
flywheel which should be taken 
advantage of in order to obtain the 
best possible results. 


(a) The working surface of the slipper 
flywheel should be polished and run in. 
These can be obtained by gripping the 
hub in a vice, and having built up the 
fly wheel with the rubbing surfaces 
well lubricated, and also having the 
nut sufficiently slacked to enable the 
fly wheel to be just turned by hand, 
the flywheel should then be worked 
round a number of times in either di- 
rection so as to improve the surface of 
the contact faces. 


(b) On the earlier 2OHP cars, 8 studs 
only were used, in which case the load 
on the end of a 17” lever to overcome 
the stationary friction will probably be 
about 4—5 Ibs. This we feel is not quite 
sufficient and on later cars on which 
16 studs are fitted, the load on the 
same lever should be about 8 to 10 
Ibs. A load up to about 15 Ibs, should 
be quite in order, but it is important 
to make sure that this friction is not 
too high, but at the same time is a def- 
inite friction and works smoothly and 
fairly consistently over a complete 
revolution. There should be no signs of 
the slipper drive sticking, nor any signs 
of a “jar’’. 


(c) It is important to make sure that 
the fly wheel hub is tightly and firm- 
ly fixed on the crankshaft, also that 
there is ample clearance between the 
fly wheel and engine gear case. Final 
inspection should also be made to 
make sure that the cheeks can be 
opened out a// round, at no part 
should the cheeks be choc-a-bloc with 
the hub, and the springs can be com- 
Pressed at least .020”. 


(d) It is important that the clearance 
between the back of the fly wheel and 
the gears should be .075’’, and even 
when the cheeks of this fly wheel are 
opened apart from each other to the 
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extent of pressing the spring choc-a- 
bloc, this clearance should not be re- 
duced to less than .050” otherwise 
trouble may be caused by the cheeks 
catching on the engine gears, when 
running at high engine speeds. 


(e) It is essential when fitting a new 
bolt (or replacing the old ones), that 
the end of the bolt must not stand 
more than .025” out from the face of 
the fly wheel, neither should one limb 
of the split pin be bent over the end of 
the bolt, but should be opened out so 
as to lie round the nut). It has been 
noticed in one or two cases with re- 
gard to the bolts holding the two 
halves of the slipper fly wheel together, 
that difficulty is experienced in re- 
placing the split pin due to the hole in 
the bolt being very close to the end. 
Any such bolts should be replaced. 


(2) Spring drive, extra clearance for 
the springs. 


It has been found that engine noises 
which have been traced to the spring 
drive, are in a number of cases due to 
the springs of the spring drive binding 
against the front plate, so preventing 
the spring drive from working proper- 
ly. Although a definite clearance of 
.015" to .040"” has been specified 
between the springs and the plate, it 
has not always been obtained owing to 
machining limits, and the difficulty of 
correctly measuring the clearance. 
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{n order to overcome this trouble it 
has been agreed to alter the front plate 
E.52472 by undercutting to give addi- 
tional clearance at this point. 


In connection with the spring drive it 
should be noted that the pressure plate 
is free to slide on the pins, sticking of 
this may put out of action the friction 
device, there must not, however, be 
any radial slack at these points. 


(3) Fibre washers used in the damping 
device should be replaced with Bakelite 
washers, E53266. 


With regard to this modification it is 
necessary that new damper springs 
E.532238 be fitted, as the Bakelite 
washers are of different thickness from 
the fibre. 


The friction of the spring drive should 
be tested with the driving springs re- 
moved, and should just slip with a load 
of 8 Ibs., at a radius of 3 inches. 


The drive should also be tested to cor- 
rect action as a unit, i.e. dismount 
from engine, and also when re-erected 
on the engine and it should be noted 
that no more friction is in evidence 
when erected on the crankshaft than 
there is with the drive as a unit on the 
bench. Should this not be the case, the 
fit of the pinion bush on the crankshaft 
should be suspected and tested by re- 
moving the pinion from the drive and 
trying it by itself on the shaft, after 
removing the cam wheel to allow free 
access. 


This registration 1s now part of the H. R. Owen tradition of 
all that is best in British motoring. It symbolises a 
standard by which we judge all of the other fine moter cars which 
we are proud to sell — cars in which our customers 
find the same pride of ownership as we 
have in RR t—the one car we will not sell. 
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HOW TO USE A WRENCH 


LTHOUGH numcrous instructious 
4Lare issued by the makers when a car 
is purchased, the correct usc of the tools 
supplied is not described, it being taken 
for granted that the purchaser of a car 
will be familiar with tools aud will 


Fi g l Fig 2 
know how to use them correctly. This, 
however, is not always the case. 

Each tool, of course, has been designed 
to carry out a specific purpose. The end 
wrench and monkey wrench are most 
ordinary every-day tools, and to look at 
a‘set that has been badly battered and 
bent, together with nuts and bolts that 


are indented to a great extent, makes it 
obvious that a certain amount of skill is 
Tequired to remedy this unsatisfactory 
state of affairs and prolong the life of 
suck tools. 

The usual drop-forged end wrench 
manufactured with a jaw at one or both 
ends is non-adjustable and is designed 
to be used for limited work. If an 
undue strain is applied to this tool it 
will become damaged or entirely uscless. 
Fond wrenches are gencrally made in two 
varieties—cheap and expensive. Cheap 
wrenches are made of a soft metal, and 
will naturally spread in ordinary use, 
the fault lying more with the quality of 
the tool than the manner of its use. But 
in the ease of the better quality wrench 
incorrect use will soon ruin it in a like 
manner. 

Fig. 2 shows an ill-fitting wrench 
which grips the nut in such a manner as 
to bring undue strain on the jaws, as 
marked with an arrow, while Tig. 1 
shows how a properly fitting wrench 
applies correct leverage on both sides of 
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the centre of the nut, tending to unscrew 
it with even leverage from both 
directions. 

The same conditions apply to the 
monkey wrench, but this tool is used 
differently and for heavier work. We 
illustrate in Figs. 3 and 4 the incorrect 
way and the correct way respectively 
of using the tool. ’ 


Fig Fig4 
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The incomparable Pre-World War | Rolls-Royces. Paintings by Melbourne Brindle. Text by Phil May. 


Most readers will recall the publication 
in 1971 of this exotic book featuring 
the paintings of Australian ex-patriot 
Melbourne Brindle. 


In those halcyon days of four per- 
cent inflation, $50 for a book rated 
fairly low on most people’s library 
priorities. Rolls-Royce Inc. actually 
promoted that issue, with a carefully 
prepared brochure, complete with tear 
off order form. To clinch the deal a 
page illustration of chassis 551 was en- 
closed with the order form. | confess 
to being unmoved. 


The original edition published by 
McGraw Hill Book Company used a 
size somewhat larger than this journal 
folded flat. Whilst this certainly en- 
hances the paintings, it presumably 
did little for wide distribution, since 
such a format is hideously expensive in 
printing press time. The last copy of 
this book | saw on shelves in Canberra 
was in 1973 complete with torn dust- 
cover and “‘specialled’” at $19.95. | 
was still not moved. 


Feffer and Simons Inc. of Sydney have 
kindly sent me a copy of a new 
edition, published by Doubleday and 
Company Inc. in 1978. The two not- 
able features of the new edition are its 
size and price; the former has been 
halved and the latter is a suggested 
$17.50. 


The new size certainly detracts from 
the exquisite details of the Brindle 
illustrations, by having a substantial 


fold in their middle. This is dictated 
by the high quality double-stitched 
binding. Since, however, you will not 
buy this book to determine the exact 
juxtaposition of the mid-frame chassis 
bolts on Radley’s Alpine Eagle. the 
minimal detail lost in the new format’ 
can be overlooked. For value | believe 
the edition is superb. 


Unfortunately | have been unable to 
turn up previous reviews and although 
reviewing is not one of my skills, | 
will attempt to describe my impressions 
of the book. 


Firstly | could not do justice to the 
Brindle paintings—they are superb. In 
style they remind me of that almost 
perpetual artist, Norman Rockwell, 
who illustrated the covers of the fam- 
ous Saturday Evening Post. Unlike his 
American contemporary, Brindle felt 
obliged to record in detail the cars he 
illustrated. Hence we do have the 
traditional 34 rivets per side holding 
the three section German silver bonnet 
hinges. Such niceties are the province 
of the fanatical perfectionist, but as 
various contributors to the book point 
out, exactitude is what the Rolls-Royce 
car is all about. 

Phil May, who contributed the text, 
displays much empathy with the paint- 
er, and draws heavily on the reader’s 
fantasy by skilful blend of fact and 
implication in compiling the cars’ 
histories. 

The overall layout consists of details 
and illustrations of 20 spectacular 


Ghosts, followed by very detailed 
views of sections of five of the cars. 
The remainder of the book is devoted 
to a potpourri of the most dinstinctive 
components of the chassis, that clear- 
ly fascinated Brindie and of which 
only the most ardent devotees would 
be aware. He presents as a person of 
unique abilities, combining the per- 
ception of an artist and the aesthetic 
appreciation of an engineer. 


Even if your interest in the founding 
model of Rolls-Royce is fairly cursory, 
the accounts of the various cars and 
their patrons make fascinating reading. 
| confess that even | did not know that 
in the better class Edwardian restaur- 
ants, beds were provided in private 
dining rooms, and without blankets 
either. 


We are treated to details of the first 
Rolls-Royce in India—surely a trade 
promotion act not equalled by many 
countries. The dowager Empress Marie, 
wife of Czar Alexander III died in 1928 
as a house guest of her nephew, King 
Christian of Denmark. Not only did 
she fail to establish the claims of her 
alleged granddaughter Anastasia, but 
she didn’t reveal the fate of her mag- 
nificent Landaulet 

| have no hesitation in recommending 
this edition to members. It is excell- 
ent value and affords the reader a 
concours d’elegance sans pareil. 


BILL COBURN 
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A RE-BODIED PHANTOM 1 


These photos and caption appeared 
on page 31 of the February edition 
of the Rolls-Royce Bulletin for 1935. 
John Bull identified them as a Phan- 
tom of the Angas family and Alastair 
Angas was pressed for further infor- 
mation. 


It seems that the late Sir Keith Angas 
owned the car and after running the 
car for six years he asked a friend Jim 
Holden (later Sir James) if his body- 
building works at Woodville could 
update the body. Apparently there 


The Old Body. was not much interest shown so to- 
An owner in South Australia has been kind enough to send us these photo- gether with one of his employees who 
graphs of his Phantom |. He writes: "After six year’s running with the was a cabinet maker, he set to and 
body shown in the lower photograph | had the car ‘rejuvenated’. The re- made a complete new body. 


sult should, | think, be very gratifying to all concerned. The car is now 
approaching a mileage of 90,000 and is functioning as well as she did in : 
1928. | think these photographs give a good illustration of the way in Alas we have no chassis number or 
which Rolls-Royce, like Peter Pan, defies any encroachment from old age”. news of the fate of the car. Can any- 


one help? 


Two of our mentors = Ken 

Wright, the Managing Direc- 

tor of Rolls-Royce Australia George Sevenoaks sent this photo—thought to have been taken when he was 
and Bert Ward on the lat- called-up for National Service with the Arabs. Note the dual rear wheels. 


ter’s retirement in 1967. Wouldn't Jim Kelso have fun here! 
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A Silver Ghost specially prepared for the Kosciusko Rally 


ON FIRST LOOKING 


Editor’s Note: Since compiling Part 
One we have realized that some aspects 
of interest we addressed rather cursor- 
ily, hence some aspects will be enlarged 
upon in the following. 


Renewal of Rubber Components 

For the Braking System 

In the interest of safety, the rubber 
components of the braking system 
should be renewed as follows: 


48 000 Miles 
Renew the high and low pressure hoses 
and wheel cylinder seals. 


60,000 Miles 
Renew the brake master cylinder seals. 


The above mentioned seals should be 
renewed at the brake reline nearest to 
the mileage quoted. Dust and water 
excluders should be changed as and 
when necessary, that is, after examina- 
tion at a brake reline or if the shoes 
are removed for any reason. 


PART TWO 


Starter Motor Connections—Right-Hand 
Drive S3 Cars with Pulley Type 
Handbrake Cable 

With the pulley type handbrake sys- 
tem, it is possible for the handbrake 
cable to run so close to the main starter 
motor solenoid lead that it fouls the 
lead when the engine rocks over on its 
mounts during starting, causing fretting 
between the cable and the lead and 
resulting in a short circuit. This can 
happen when the starter motor or 
handbrake cable is removed and re- 
fitted in a manner which causes a foul 
between the handbrake cable and the 
main starter lead. 


To ensure sufficient clearance at all 
times, the starter motor solenoid lead 
should be fitted in such a way that the 
starter lead leaves the solenoid in an 
almost vertical direction and then 
bent round to ensure adequate clear- 
ance between itself and the exhaust 
manifold. It should also be noted that 
the starter lead must be fitted rear- 
ward of the handbrake cable, otherwise 
there will be a severe foul as soon as 
the handbrake is applied. As an ad- 
ditional precaution, the insulation on 


INTO AN EIGHT CYLINDER CLOUD 


the starter lead should be examined to 
ensure that the conductor core is not 
exposed at a point between the cable 
insulation and the rubber boot covering 
the terminal connection. 


Steering Judder—S3 Cars 

It is possible to eliminate most judder 
by more effective and permanent elim- 
ination of air from the steering ram. 
This can be achieved by moving the 
front ram feed from the side of the 
ram to the top. This allows any air 
which collects at the top of the ram to 
bleed back to the reservoir, thus pro- 
viding a continuous bleeding operation. 
A steering judder modification kit 
comprising all the necessary parts is 
required. By fitting restricted banjo 
bolts in each of the ram feed pipes at 
the spool valve end_ this: modification 
gives a useful reduction of judder by 
smoothing the flow of high pressure 
oil to the ram. These special banjo 
bolts are included in the steering jud- 
der modification kit. 


Side Steering Lever Setscrews—S3 Cars 
Isolated cases have occurred where 
the tabs of the locking plates have not 
been applying their maximum effect- 


ive locking to the side steering lever 
setscrews. A more effective locking 
device was designed so that the overall 
safety factor of the mechanism was 
increased. 


View of side steering lever showing 
the locking plate correctly tabbed. 


NOTE: The waisted type of setscrew 
illustrated was fitted to a few late 
series chassis but was dispensed with. 
If encountered these setscrews should 
be removed and replaced by the non- 
waisted type. 


Electric Window Lift Chain Failure 
Various modifications were incorpor- 
ated to improve the quality of the 
electrically operated window lift mech- 
anisms. These modifications increased 
the power output of the mechanism 
by as much as 60% in some cases and 
this extra power has caused the lower 
stop brackets to bend, allowing the 
window glass to go further down its 
slides. Under these conditions, twist 
in excess of its design limitations is 
applied to the chain in its non-flex- 
ible plane resulting in chain failure. 


To overcome the problem, a stronger 
stop bracket with a wider mounting 
base and interchangeable with the ori- 
ginal bracket was designed. Prior to 
the manufacture of the new brackets, 
an interim modification was intro- 
duced on production; this modification 
consisted of enlarging the two bolt 
holes in each lower stop bracket and 
the corresonding holes in the window 
channel frame to 5/16 in. diameter. 
The bolt holes in the new stop brackets 
with the wider mounting base were 
drilled % in. diameter. If fitting one of 
these brackets to a window channel 
frame produced during the interim 
period, it will be necessary to enlarge 
the lower bolt hole of the new stop 
bracket to 5/16 in. diameter. 


In cases of chain failure, the new 
brackets should be fitted. At the same 
time, it is very important to check the 
alignment of the chain at each end of 
its travel and to correct it if necessary. 


Bend up one tab 
for each setscrew 


TYPE OF SETSCREW 


Fn tn, wy 
(7/16 in, dia, UNF) 


Oh 


aA ut 


Tab to be flush | 
with hexagon flat 


TORQUE FIGURES PART_NO. 
29-32 lb. ft. UA 209/Z 
42-45 1b. ft. UA 260/Z 


k i (3/8 in. dia. UNF) 
tyr (7/16 in, dia. UNF) 


Headlamp Fairing—S3 Cars— 

Retaining Screw Corrosion 

On some §3 cars it can be difficult to 
remove the headlamp fairing retaining 
screws due to corrosion. It was dis- 
covered that the cause was due to a 
tooling hole drilled immediately above 
each of the retaining screw cage nuts. 
These holes allowed water and dirt to 
accumulate around the exposed cage 
nuts and screws. An effective cure is 
to seal each hole with ‘Bostik’ sealing 
compound. 


Rear Hydraulic Brake Hose-Fouling 
On certain S2 cars it is possible for the 
rear brake hose to become trapped on 
top of the road spring and chafe against 
the brass poundage plate. This can 
only occur if the hose has been fitted 
so that it is positioned with a bias to- 
wards the spring. If the hose is found 
to be in a position with a bias towards 
the spring but is not damaged, slacken 
the unions and reposition the hose so 
that its loop falls in a vertical plane 
and bleed the braking system. 


If the hose is found to be damaged it 
must be renewed by slackening the 
unions and removing the damaged 
hose. The ‘Tee’ junction bracket which 
is welded to the axle tube must be set 
away from the tube approximately 
10°. Fit the new hose, ensuring that 
when the unions are tightened, its loop 
falls in a vertical plane. Bleed the brak- 
ing system. 


Repositioning the Octane Selector 

It was possible for the main charging 
cable to chafe against the knurled ad- 
justing nut of the octane selector, creat- 
ing a short circuit. The main charging 
cable is clipped to the bulkhead and 
runs adjacent to the ‘A’ bank rocker 
cover. 


To eliminate the possibility of such an 
occurrence, the position of the selector 
was reversed. This involved slackening 
and removing the two % U.N.F. nuts 
and plain washers securing the octane 
selector to the pedestal, and slacken- 
ing the clamping bolt retaining the 
distributor. The distributor will then 
lift off, enabling the octane selector to 
be removed and rotated through 180 . 


The octane selector is then positioned 
over the shoulder of the distributor 
base and the distributor refitted. With 
the octane selector fully advanced, 
the ignition timing of 2. B.T.D.C. was 
reset and the two % U’N.F. nuts and 
clamping bolt tightened. 


Modifying the Fuse Holder for the 
Main Fuse Board and Window-Lift 
Fuse Board 

On late $1 cars and certain S2 cars, fail- 
ure of the fuses to make good contact 
may be due to the fuse wires being 
located too high in the fuse clips. This 
fault can be attributed to one of the 
following causes. 


Dimensional differences which produce 
a foul between the base of the fuse 
holder and the fuse clips, thereby pre- 
venting the holder from being pushed 
fully down into the clips. 


The copper contact strips being in- 
correctly fitted, do not locate correct- 
ly on the moulding, which means that 
unless the fuse is carefully assembled 
the wire makes poor contact. 


Fuse Holder—To Modify 

Remove .050 in. from the bottom of 
the fuse holder and reduce the width 
of the botom to between .630 and 
.635 as shown in Figure 1. This allows 
the position of the fuse wire to be 
lowered from .425 in. to .375 in. and 
enables the fuse holder to fit fully 
down between the clips. 


Method of Fitting Fuse Wire 

It is important, when fitting the fuse 
wire, that the correct method is 
adopted. Ensure that the wire is wrap- 
ped around the bollard cn the fuse 
holder one and a half times, and passed 
across the air space along the ledge, 
Parallel with the bottom of the holder, 
then wrapped around the other boll- 
ard one and a half times. The ends of 
the wire must be positioned so that 
they are securely trapped by the 
copper strips when they are fitted. 
The correct method of fitting the wire 
is shown, in comparison with incorrect 
methods, in Figure 2. 


Method of Fitting Copper Contact 
Strips 

Fit the copper strips to the fuse holder 
so that the fuse wire is firmly trapped 
and that each end of the copper strip 
overlaps the wire by an equal amount. 
The correct method of fitting the fuse 
wire and the contact strips is shown in 
‘A’ of Figure 2. 


Attention to Fuse Clips 

Ensure that the fuse clips are not dis- 
torted. They should be set square and 
parallel in order to maintain the holder 
firmly in position. Figure 3 shows a 
comparison between the fuse clips set 
correctly and incorrectly. 


Steering Transfer Box Oil Level 
Replenishment of the steering trans- 
fer box should be carried out at inter- 
vals of 20,000 miles. 
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METHOD OF MODIFYING THE FUSE HOLDER 


1—Contact Strip 
2—Fuse Wire 


‘A'-CORRECT METHOD OF FITTING THE FUSE WIRE 
‘B’ & ‘C’ — INCORRECT METHOD 


Remove the filler plug and joint 
washer from the top, also the level 
plug and joint washer from the side of 
the steering transfer box having first 
ensured that the area around each plug 
is clean. On right-hand drive cars, 
access is gained to the level plug from 
beneath the car and to the filler plug 
from above. 


Using a syringe, inject a quantity of 
the correct lubricant into the casing 
until it begins to flow from the level 
plug orifice. Allow a few minutes for 
the oil to assume its level, then refit 
the level and filler plugs, using new 
joint washers. It will be noted that 
some oil will be lost from the steering 
transfer box during the first few miles 
of driving. This is normal. 
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Renewal of the Oil Seals in the Rock- 
ing Shaft Lower Bearing Housing 
When renewing either of the two oil 
seals in the rocking shaft lower bearing 
housing, it is most important to ensure 
that the rocking shaft itself is firmly 
supported against the upper bearing, 
during the period that the housing is 
removed. Failure to do this can possibly 
result in the upper roller bearing being 
dislodged and upon re-assembly the 
rocking shaft can trap the bearing 
against its housing causing considerable 
damage. 


Ensure, upon re-assembling the housing 
to the steering box, that the pointer 
on the lower bearing housing is correct- 
ly aligned with the markings on the 
mounting tube bracket. The pointer 


must be set in exactly the same position 
as the pointer on the upper bearing 
housing in order to give the correct 
pre-loading on the rocking shaft. 


If it is suspected that the top roller 
bearing has been dislodged, and it is 
therefore necessary to remove the 
upper bearing housing in addition to 
the lower housing, the bearing pre-load 
should be re-set according to the in- 
structions contained in the Workshop 
Manual. 


Fitting the Oil Pressure Transmitter 

To obtain an accurate oil pressure read- 
ing on S2 engines it is essential that 
the oil pressure transmitter is correctly 
assembled to the oil filter head. The 
transmitter should be fitted so that the 
raised portion of the cover is to the 
top of the filter and within 60° of 
either side of the vertical datum. The 
correct position of the transmitter can 
be obtained by fitting additional cop- 
per washers to the threaded union. 


Breather Baffle in S2 Engine Crankcase 
In isolated cases, loss of oil down the 
crankcase breather pipe on S2 cars 
may occur. This is caused by the cam- 
shaft flinging oil through any gap which 

’ may exist between the breather baffle 
and the wall of the crankcase. In this 
event, the following modification 
should be carried out. 


POSITION OF THE OIL PRESSURE | 
TRANSMITTER 
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Remove the baffle plate and relieve 
the bottom edge to ensure that it clears 
the boss, formed by the camshaft 
bearing (see ‘A’ in Fig. 1). Fit the 
baffle plate in position, and if necessary 
bend it to ensure that it fits flush 
against the wall of the crankcase. 


Fuel Tank Ventilation System 

A modification was introduced which 
eliminated the possibility of an air 
lock forming in the fuel tank and 
allowed the tank to be filled to its full 
capacity. The modification consisted 
of a vent pipe, fitted to the top of the 
fuel tank, which is connected by a 
length of rubber hose to a further vent 
pipe fitted in the filler tube assembly. 


FIG 1-MODIFIED BAFFLE SHOWN IN POSITION 
‘A’—Area of Metal to be removed. 


Electric Window Lift Switches 

Water Ducts 

A plastic duct was designed to fit into 
the two front doors underneath the 
quarter lights. The duct is secured to 
the door by one self-tapping screw and 
one 2B.A. bolt. Its purpose was to 
prevent any damage to the electric 
window lift switches by the ingress of 
rain water thorugh the quarter light 
pivots. If the electric window lift 
switches are changed the opportunity 
should be taken to fit ducting to both 
front doors. 


FIG 1—POSITION OF DUCTING FITTED TO THE 
B.1246 R.H. FRONT DOOR 
1—self-tapping-screw (No. 8), 2—finisher 
mounting bracket, 3—ducting. 
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Fig 2—Dimensions for fitting vent pipe to filler tube. 


One Rolls-Royce 20HP chassis frame 
as pictured. The unrestored chassis has 
been dated circa 1922 and is appar- 
ently undamaged. 


The item may be inspected by arrange- 
ment with John Reis, phone Melbourne 
93-6974113 (work) or 03-5286480 
(home). 


Tenders are invited for the purchase of 
the frame, as is, where is. Tenders in 
writing, sealed in a plain envelope and 
marked GOSHAWK TENDER must be 
over-enveloped and addressed to the 
Federal Secretary, RROC of Australia, 
1 Jersey Street, Deakin, A.C.T. 2600 
to reach him by 31 March, 1979. 
The lowest or any tenderer will not 
necessarily be accepted. The success- 
ful tenderer will be required to pay for 
and remove the unit within 7 days of 
notification of his acceptance. 
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Fig 3—Dimensions for drilling go 
grommet hole in boot floor. 
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Fig 4—Positioning of rubber hose 
on filler tube vent pipe. 
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Photo courtesy of the Canberra Historic Society 


An early Silver Ghost used as an official car during the Australian Tour by Edward Prince of Wales — seen adjusting his seat belt 
in the rear. The location is the entrance to Duntroon House. Perhaps readers can advise on the fate of the chassis? 
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